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In the third decade of е 215% century, only а small 
portion remains of the extensive network of rail lines 
that crisscrossed Thurston County a century ago. One of 
those, however, the Point Defiance Line, is a highly active 
part of the chief rail corridor linking Seattle, Washington 
with Los Angeles, California. Currently, two separate 
freight railroads (BNSF and Union Pacific) operate over 
the Point Defiance Line. AMTRAK also uses it between 
Nisqually, in Pierce County, and Tenino, in Thurston 
County. 


Via a tunnel under Point Defiance, the Point Defiance 
Line stretches from Tenino, Washington in the south to 
Tacoma, Washington in the north. The first scheduled 
train ran over that segment of track on December 15, 
1914. This article will focus primarily on the Thurston 
County part of the line. Figure 1 comes from the 1916 
USGS map of the Chehalis Quadrangle. When the Point 
Defiance Line opened, the portion of the Port Townsend 
Southern Railroad south of Plumb Station became 
redundant and was removed. The track north of Plumb 
Station was operated for a short while longer as the 
Tumwater Branch of the Northern Pacific Railway. 


Figure 2 is part of the 1909 map The County-Engineer’s 
New Road Map of Thurston County, Washington. It displays 
the projected route of the Point Defiance Line between 
Plumb Station, in the south, and the border of Pierce 
County, near Sherlock in the northeast. The author has 
added several numbers along the Point Defiance right-of- 
way, which will be referenced later in this article. 


January 1, 1910 was a watershed moment in the genesis 
of the Point Defiance Line. On that date, a joint operating 
agreement among several railroads was put into operation. 
It allowed the Union Pacific Railroad and the Great 
Northern Railway to operate over the existing Northern 
Pacific line between Tacoma and Portland, Oregon. Thus, 
all three railroads were able (after that date) to use the 
single-track Northern Pacific Prairie Line between Tacoma 


1- 1916 USG 


Т. 


br 
the Ch 


ehalis Quadrangle 


апа Tenino (which passed through Yelm and Rainier) and 
the single-track (at that time) mainline between Tenino 
and Kalama, Washington. Almost immediately, traffic 
flowing over the route became congested. Twenty-two 
passenger and eighteen freight trains used it every day, a 
remarkable volume for a single-track railroad in the era 
before centralized traffic control. 


As early as 1906, the Northern Pacific Railway had 
anticipated the need for a double track mainline between 
Portland and Seattle. That year, its surrogate, the Port 
Townsend Southern Railroad, commissioned a survey 
for a new mainline route between Tenino and Tacoma. 
Figure 3, part of the 1908 Railroad Map of Washington, 
includes the Port Townsend Southern's surveyed route, 
which is identified with a dashed line. In 1906, the Port 
Townsend Southern purchased some of that right-of- 
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way and those transactions were recorded in Thurston 
County Deed Book 63, pages 181, 203, 238, 427, and 
480. Then, on September 28, 1907, the entire proposed 
line and associated properties were sold to the Northern 
Pacific. The transfer was recorded on October 7, 1907 in 
Thurston County Deed Book 67, page 475. 


Before delving into the construction history of the Point 
Defiance Line, it is appropriate to note that a long and 


at times, vicious struggle for domination of the railroad 
business in Western Washington had taken place before 
January 1, 1910. That drama is covered in a subsequent 
part of this article, where this extraordinarily complex 
history can be examined by the interested reader. 


Surveys Commissioned for the Point Defiance Line 


The final survey adopted by the Northern Pacific Railway 
for its Point Defiance Line followed, in general, the course 
suggested by a 1906 survey commissioned by the Port 
Townsend Southern Railroad. A portion of that survey, 
at Point Defiance in Tacoma, is visible in Figure 4. As 
mentioned earlier, several parts of that right-of-way were 
purchased by the Port Townsend Southern. Those parcels 
appear in Valuation maps produced by the Northern 
Pacific Railway during the second and third decades of 
the twentieth century. 


Locations for the six Valuation maps that follow are 
displayed in the image presented in Figure 2. Figure 5 
displays the northeast quarter of Section 19, Township 
17 North, Range 1 West. Here, the Point Defiance Line 
crosses the Deschutes River, near the south end of Rich 
Road. The surveyed Port Townsend Southern pathway 
lies to the northwest of the eventually constructed right- 
of-way. 


Somewhat to the northeast, Figure 6 comes from the 
southeast quarter of Section 18, Township 17 North, 
Range 1 West. Here, the Port Townsend Southern right- 
of-way remains north of the constructed Point Defiance 
Line, and this relationship continues in Figures 7 and 8. 
Figure 7 represents the west half of Section 3, Township 
17 North, Range 1 West in the region where today, the 
Point Defiance Line passes under Yelm Highway. Figure 
8 shows the crossing of Pattison Lake, in the southeast 
quarter of Section 34, Township 18 North, Range 1 
West. 


Apparently, no Port Townsend Southern right-of-way 
was acquired from Pattison Lake through Section 


30, Township 18 North, Range 1 East, a distance of 
approximately three miles. Somewhere between those 
two points, the surveyed Port Townsend Southern right- 
of-way crossed the later constructed Point Defiance 
Line. In Figure 9, representing St. Clair Station, the Port 
Townsend Southern route lies southeast of the Point 
Defiance Line. 


Figure 10, farther northeast (in Section 20, Township 18 
North, Range 1 East), reveals that the two rights-of way 
appear to converge at the north border of the section. 


Preparing for the Point Defiance Line 


The January 7, 1911 Morning Olympian reported (from 
Seattle оп January 6) "President Howard Elliott of 
the Northern Pacific has approved the expenditure of 
upwards of $2,000,000 for the construction of 35 miles 
of new main line, all double tracked, between Tacoma 
and Tenino. The first surveys for this work were made a 
year ago. The contract was held back until now because 
of financial conditions in New York. 


^Winston & Co., who have the contract for grading 
and double-tracking of the Seattle-Portland main line 
between Tenino and Kalama, will probably get the 
$2,000,000 contract for the new construction between 
Tacoma and Tenino. The work will be finished this 
summer, closing the last link in the double-track system 
between Seattle and the Columbia River. Part of the work 
is the construction of a tunnel under Tacoma near Point 
Defiance, approximately one-half mile long. 


“Тһе new system, as in the case with the present main 
line, will be used jointly by the Northern Pacific, Great 
Northern and Oregon-Washington Railroad & Navigation 
Company (the Union Pacific subsidiary in Washington). 
The big hill south of Tacoma will be eliminated by the 
new work and a saving of one hour will be made between 
Seattle and Portland. The maximum grade on the new 
line will be four-tenths of one percent." 
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4 - 1906 Part of a Port Townsend Southern Railroad Survey Showing the Tunnel at Point Defiance іп Tacoma 


The map above comes from the Minnesota Historical Society: Location 
135.1.5.7, Box 2, Мо, 294.1 


Related maps are: Location 135.1.5.7, Box 2, No. 368.2, Tacoma- 
Tenino, Port Townsend Southern Stations 410-1045, 1907 


Location 135.1.5.6 Box 1, No. 5-16, Port Townsend Southern Railroad, 
Tacoma to Tenino Profile, 1912 


Location 132.1.5.5, Box 4, No. 315-16, Port Townsend Southern Rail- 
road, Tacoma to Tenino, Stations 807-899, 1906 (See page 42) 


Location 132.1.5.5, Box 4, No. 315-20, Port Townsend Southern Rail- 
road, Nisqually River to Tenino, 1906 (See pages 42-43) 


Location 132.1.5.5, Box 4, No. 315-22, Port Townsend Southern Rail- 
road, Steilacoom to Nisqually River, 1906 
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Figure 11 displays the new Point Defiance Line on the west 
side of Tenino, the nearby portion of the Port Townsend 
Southern Railroad which would be abandoned, and also 
the preexisting Prairie Line. 


On January 3, 1912 the Morning Olympian revealed that 
bids for construction of the Point Defiance Line were being 
solicited: *A telegram received Saturday by H. C. Nutt, 
fourth vice president and general manager of the Northern 
Pacific Railway company, from President Howard Elliott 
of the company, notified him that instructions have been 
given Chief Engineer Darling at St. Paul to ask for bids for 
the construction of the Point Defiance-Tenino new main 
line and to arrange for and carry out such part of the 
work as can be done during the present rainy season." 


Nine bids for the work were expected before the end 
of January 1912. The January 23 Morning Olympian 
noted: “Міпе large railroad contracting firms have sent 
representatives to Tacoma to meet the Northern Pacific 
engineers and go over the projected Point Defiance line of 
some 40 miles between Tacoma and Tenino, including the 
long tunnel at Point Defiance. The estimated cost of the 
work is $4,000,000 and bids will be submitted between 
now and January 31. 


"About 30 days probably will be taken to examine the bids 
and, unless they should all be rejected, an announcement 
of the winning contractors will probably be made about 
March 1. 


“Тһе bids will be accepted in three sections. The first 
section will cover the proposed line from the south end 
of the tunnel to Tenino, 37 miles. This will include all 
grading, the erection of a sea wall and all necessary 
bridges. 


"The second section includes a 4,000-foot tunnel. 


“Тһе third section takes in the distance between the north 
end of the tunnel and Tacoma. This work will consist of 
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straightening out of the line and establishing new grades 
in different places." 


The February 23, 1912 edition of Railway Age Gazette 
reports: *Northern Pacific - According to press reports, 
a contract has been given to Nelson Bennett, Tacoma, 
Wash., to construct the Point Defiance tunnel. A contract 
for work on the Point Defiance Line, from the south end 
of the tunnel to Tenino, it is said, has been let to Porter 
Brothers, and to Grant, Smith & Company, both of 
Spokane. The work includes the grading, the construction 
of a sea-wall, and all necessary bridges. W. L. Darling, 
chief engineer, St. Paul, Minn." 


The April 19, 1912 Morning Olympian added: *The contract 
between the Northern Pacific Railroad (sic) and Porter 
Bros. and Grant Smith and Co., with the Aetna Accident 
& Liability company as surety in the sum of $100,000 
for work on the Point Defiance Line between the tunnel 
and Tenino, 37 miles, was filed with the county auditor 
yesterday." 


Work on the new line must have begun right away after 
these contracts were signed, for as we shall see shortly, 
a big problem arose almost immediately (May 1912) at a 
place north of Tenino known as Summit. 


Now the constructed Point Defiance Line will be described, 
starting in the south, at Tenino, and progressing north to 
the Nisqually River, at Nisqually Station. 


The Point Defiance Line in Thurston County 


Figure 12 comes from the series of Northern Pacific 
Joint Facilities Books preserved at the Pacific Northwest 
Railroad Archive in Burien, Washington. These images 
were produced in 1927 and 1928. Here, the view is 
toward the north at Tenino Junction, the place where 
the older Prairie Line curves to the right (northeast). The 
Point Defiance Line extends straight ahead. 
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Figure 13 was made a bit farther north and shows the 
Tenino passenger station in use at that time as ^D." An 
older West Tenino Station was being used as Tenino's 
freight house. 


Figure 14 presents a slightly different view of Tenino 
Junction. Here the old West Tenino Station is identified 
as cA” 


Farther north along the Point Defiance Line, Figure 15 
designated the spur to the former Hercules Sandstone 
Company quarry #1 as “4.” The abandoned Port Townsend 
Southern Railroad grade leading to the old West Tenino 
Station is identified with white arrows. 


Figure 16 was made in 1914 during construction of 
the new Tenino passenger station, erected on the Point 
Defiance Line. This image, as well as the immediately 
following one, comes from the Roger Easton collection. 
After passenger service to Tenino ceased, this structure 
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was sold, in 1965, to the city of Tenino. Subsequently, 
it was moved to its present location at 399 West Park 
Avenue, where it serves as the Tenino Depot Museum. 
Figure 17 shows the station at a somewhat later stage of 
construction. The completed station is visible in the Joint 
Facilities photograph presented in Figure 18. 


Figure 19 looks south along the Point Defiance Line from 
a position north of the station. The railroad bridge in the 
foreground crosses Sussex Avenue. 


In May 1912, a problem arose which affected the 
construction of the Point Defiance Line, approximately 
one mile north of Sussex Avenue. That area was the 
highest point along that stretch of the new right-of-way 
and the event causing the problem came to be known as 


the Summit Slide. Figure 20 is а modern LiDAR aerial 
image which includes that area. The May 21, 1912 
Morning Olympian reported: “BIG SLIDE ON TENINO 
BRANCH - Embankment Caves In - Passengers To 
Be Relayed - Passengers from Olympia and Tumwater 
to Tenino have to be relayed to their destination by 
stage from a point about one mile this side of Tenino, on 
account of an accident at that point. A big slide occurred 
along the track near Tenino, where the Point Defiance 
Line is building from Ruston to the southern Thurston 
County town, paralleling its tracks with those of the Port 
Townsend Southern. The slide came unexpectedly when 
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the contractors on the new line were digging away earth 
and the embankment became too weak to withstand the 
weight. It will require several days to remove the dirt from 
the double tracks and during that time train service will 
not be suspended, but the trains will run to the slide 
from where the passengers will be taken to Tenino by 
stage. In the meantime, workmen will remove the dirt 
from the tracks." 


Figure 21 is part of an undated (but likely 1912) 
photomontage on display at the Tenino Depot Museum. 
The view is toward the north, at the Summit Slide. Port 
Townsend Southern Engine £3 is visible. The hillside on 
the left (west) side of the locomotive is where the slide 
began. 


A close-up image of Engine £3 is presented in Figure 22, 
which also comes from the photomontage. In Figure 23, 
the view is to the south, with the slide on the right side 
of the image. Figure 24 appeared on page 37 of the fall 
1987 edition of Columbia magazine, and is courtesy of 
the Arthur Dwelley photograph collection. Dated 1912, 
Engine £3 is seen hauling a Port Townsend Southern 
passenger train through the slide area north of Tenino. 


The area of the Summit Slide remained problematic well 
into 1913. The November 15, 1912 Morning Olympian, 
describing a similar slide that had recently affected 
railroad operations at Sherlock, mentioned: *Mr. Reid 
also stated that it would be impossible to operate trains 
over the Port Townsend Southern between Olympia and 
Tenino at night because of the topographical conditions 
along that road. He said that practically the same troubles 
that are being experienced at Sherlock may occur on the 
Port Townsend Southern and that it is not improbable 
that a steam shovel may be put into operation between 
Olympia and Tenino on the latter line." 


Judging from the large defect (as seen in Figure 20) 
on the west side of the Point Defiance Line, it appears 
that a huge amount of material was eventually removed 
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from the site of the slide. Indeed, the October 31, 1913 
Washington Standard noted in news from Tenino that: 
“Two big steam shovels are now working on the big cut on 
the new N. P. double track north of this city. The big slide 
continues to furnish plenty of dirt to keep them busy.” 


Moving north, Figure 25 is a Joint Facilities photograph at 
Plumb Station. The view is toward the south. The bridge 
designated by “C” has since been removed while “D” has 
been replaced by the modern bridge carrying Waldrick 
Road. This station was the second one named Plumb; it 
replaced a station with the same name on the abandoned 
Port Townsend Southern Railroad. 


North of Rich Road, the Point Defiance Line crosses the 
Deschutes River via the bridge visible in Figure 26. This 
image is a Joint Facilities photograph and is dated 1927. 
Continuing north, Figure 27 displays the Union Pacific 
Railroad Station at Chambers Prairie, later called East 
Olympia. The view is toward the north. This image is 
courtesy of the Lacey Museum. 


Figure 28 is a Joint Facilities image of the same station 
structure. The view is toward the west. Figure 29 is a post- 
1970 image (“BN” is the logo visible on the caboose) of the 
station made facing south. Evidently, the north end of 
the station had been removed, for the American Railway 
Express door is noted to be right next to the station's 
north wall. In addition, the trackside bump-out is gone. 
As passenger traffic declined, the station was allowed to 
deteriorate such that eventually it had to be removed. 
It was replaced by the shelter shed visible in the 1980 
photograph seen in Figure 30. That shed was removed 
when the present Centennial Station was opened on Yelm 
Highway. However, the concrete foundation for the shed 
remains in 2023. It can be seen in Figure 31, the author's 
photograph which looks south over the site of the shed 
(and the former Chambers Prairie Station). 


Figure 32 is a Joint Facilities photograph looking north 
from the north side of the Chambers Prairie Station. The 
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29 - Post 1970 View S at East Olympia Station (Former Chambers Prairie Station) 


Rich Road grade crossing is identified as *C." The author's 
modern photograph of the same view is presented in 
Figure 33. Figure 34 is a 1927 Joint Facilities photograph 
looking south from a position north of the Chambers 
Prairie Station. The station (partially obscured by a box 
car) is identified as *S." The track on the far left is the 
northbound passing track. Again, *C" identifies the Rich 
Road grade crossing. 
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Moving northeast, Figure 35 is a Joint Facilities 
photograph of the Point Defiance Line bridge over the 
Skookum Chuck Railway, a logging railroad that was 
operated by the Weyerhaeuser Timber Company. In 
1936, the name of this logging line was changed to the 
Chehalis Western Railroad. This part of the Chehalis 
Western was picked up in 1991. Subsequently, that part 
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of the right-of-way became the Chehalis Western Trail. 
The underpass visible here was filled in after the logging 
line was abandoned. As a result, the original Chehalis 
Western trail was temporarily routed so that that it 
passed under the Point Defiance Line alongside Rainier 
Road. More recently, a new bridge, directly over the trail, 
was erected at the site of the original Skookum Chuck 
bridge. 


Kyro Station was approximately two miles northeast of 
the Skookum Chuck Railway bridge. It was located on 
the northwest side of the Point Defiance Line, 660 feet 
northeast of the Marvin Road grade crossing. Figure 36 is 
part of a Northern Pacific Railway Valuation map showing 
Kyro Station and surrounding features. Abutments were 
constructed on both sides of the Point Defiance Line in 
order to separate it from the Union Lumber Company's 
logging railroad. Relationships with Marvin Road are 
visible. 


Figures 37 and 38 are Joint Facilities photographs. 
Figure 37 faced west, toward the northwest Union 
Lumber Company abutment. This location is southeast 
of the Marvin Road grade crossing. The boxcar seen here 
is also visible in Figure 38, next to the mainline track 
designated as “3.” Both the northwest and southeast 
Union Luber Company abutments are visible here in a 
view toward the southwest. When this image was made, 
the lumber company's railroad (and its bridge over the 
Point Defiance Line) had been removed. Sometime after 
this photograph was obtained, the northwest abutment 
was mined for the gravel with which it was constructed 
and thus, it no longer exists. 


Figure 39 is the author's 2023 photograph made from 
approximately the same spot where Figure 38 was 
obtained, immediately west of Marvin Road. Figure 40 is 
another Joint Facilities photograph facing southwest a 
few hundred yards northeast of the position of Figures 38 
and 39. Kyro Station is denoted by a *D." 
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Figure 41 is a modern aerial LiDAR ground image of the 
region around the Marvin Road grade crossing. Only a 
minimal footprint of the northwestern Union Lumber 
Company railroad abutment remains. 


St. Clair Station was located a short distance northeast of 
the place where Highway 510 crosses the Point Defiance 
Line. There, a branch line was built which connected with 
the remaining part of the older Tacoma, Olympia & Grays 
Harbor Branch of the Northern Pacific Railway. Figure 
42 is a Joint Facilities photograph looking west at St. 
Clair Station. Figure 43 is the author's recent photograph 
taken from approximately the same position. The branch 
line can be seen in the distance although it currently 
reaches only as far as the Union Mills area. 


Figure 44 visualizes the branch line as it ran behind the 
station. Figure 45 is a 1941 aerial photograph of the St. 
Clair Station area. The station building was still present 
then. 
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Construction of the Point Defiance Line approximately 1.5 
miles northeast of St. Clair Station required excavation 
of a long, deep cut. Material removed from the cut was 
deposited farther northeast, creating a massive fill which 
stretched as far as a new bridge over the Nisqually River. 
The transition between cut and fill occurred at the place 
where Durgin Road passes under the Point Defiance Line. 
Figures 46-51 and 53-54 are reproduced courtesy of the 
Lacey Museum. 


Figure 46 faces northeast, with the north end of the cut in 
the distance. Figure 47 looks west from near the northeast 
end of the cut. A Porter Brothers steam shovel is loading 
dump cars, which will be pushed farther northeast on a 
temporary narrow-gauge track, then emptied on a trestle. 
Thus, the fill was gradually created. 
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Figure 48 shows the same steam shovel working at the 
junction of the cut and fill. Another temporary, curved 
track is visible on the right side of the photograph. It may 
have been used to deliver additional fill material from a 
borrow pit not directly connected with the cut. 


Trestlework northeast of the cut is visible in Figure 49. 
Here, the southwest part of the trestle was still being 
filled. The concrete vault which would carry Durgin Road 
can be seen at the bottom right side of the image. Figure 
50 shows a narrow-gauge locomotive used to move dump 
cars to the fill. 


Figure 51 is a closeup view of the concrete vault carrying 
Durgin Road, before it was covered with fill material. 
Figure 52 is the author’s 2010 photograph looking 
northwest, through the Durgin Road tunnel. 


At the northeast end of the fill, Figure 53 looks north 
across the Nisqually River. Across the river is Pierce 
County. Figure 54 shows the Pierce County side of the 
river somewhat farther to the north. At the time when 
Figure 54 was made, none of the Point Defiance Line 
grade had been excavated yet. Construction in this area 
proved to be lethal on May 11, 1912. The May 12 Morning 
Olympian reported: “ENGINEER IS KILLED WHEN 
TRAIN DROPS TO MUD FLATS-Hoffman Buried Under 
Cars as They Plunge 40 Feet Near Sherlock-George 
Hoffman, engineer on a construction train on the Point 
Defiance Line, was killed yesterday morning, when his 
engine and five dump cars went over the end of the tracks 
and fell into the mud flats in the Nisqually basin. 


“The construction crew was working across the line in 
Pierce County and Hoffman and the day crew had just 
taken the train from the night crew. On the first trip down 
a 4 percent grade the train got away from Hoffman. . . 
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"The crew was working for the Porter Bros. contractors оп 
the new water grade line from Point Defiance to Tenino." 


Brian Ferris provided the photograph visible in Figure 55. 
This is a view of the old Northern Pacific Railway bridge 
immediately north of Sherlock. This structure carried the 
Tacoma, Olympia & Grays Harbor Railroad, a branch of 
the Northern Pacific. This right-of-way was abandoned 
after the Point Defiance Line was opened. Subsequently, 
its grade became part of Old Pacific Highway SE. 


Figure 56 is a complex map of the area where Nisqually 
Station was located, on the Pierce County side of the 
Nisqually River. This Northern Pacific Railway Valuation 
Map is undated, as is the following one from the same 
source. Much of the old Tacoma, Olympia & Grays 
Harbor grade has been repurposed as what currently is 
Nisqually Road SW. Visible on this map is an automobile 
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55 - Pre 1914 NP Bridge N of Sherlo 
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57 - Undated (Later than Map Presented in Figure 58) Northern Pacific Railway Valuation Map 


bridge over the tracks north of the station, which would 
be replaced with a somewhat different bridge by the time 
the map in Figure 57 was produced. 


Figure 57 was probably made sometime after the 
preceding one. A store is present south of the station, and 
the automobile bridge over the tracks is similar in shape 
to the one currently present in 2023. 


The view north at Nisqually Station is the setting for 
Figure 58, a 1927 Joint Facilities photograph. The 
automobile bridge is the one present in Figure 56. The 
track labelled “3” was installed when the Point Defiance 
Line was constructed. It connected to the residual part of 
the Tacoma, Olympia & Grays Harbor Railroad leading to 
Tacoma. 


Figure 59 is a view south from the automobile bridge 
north of the Nisqually Station. The store seen here is 
also present in Figure 57. The station building seen here 
differs significantly from the one visible in Figure 58. As 
in the situation immediately north of Tenino, slides near 
Nisqually were a severe problem during construction 
of the Point Defiance Line. The November 15, 1912 
Washington Standard reported: “Railroad service in and 
out of Olympia, as well as the mail service, has been 
demoralized during the past week, owing to a small 
landslide over the Northern Pacific tracks just beyond the 
Nisqually River. Reports current at the scene of the slide 
Sunday were that railroad traffic might be tied up there 
for 60 or 90 days, especially if the hard rains of the past 
two weeks continue. 


"The first slides at that point occurred last Thursday but 
were small. The slide which did the damage occurred 
last Saturday morning, and completely buried the tracks 
under several feet of mushy, blue clay. A steam shovel was 
immediately put to work but is making slow progress." 
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60 - 1927 View М from Position N of Nisquall Station 


Figure 60 is a Joint Facilities photograph made farther 
north, north of the automobile bridge seen in Figure 58. 
The large fill constructed for the Point Defiance Line, 
on the left side of the image, was later revised when 
underpasses for Interstate 5 were excavated. 


Historic Events Before January 1, 1910 


When the Northern Pacific Railroad completed its first 
Western Washington railroad segment in 1874, it faced 
no competition from other regional or transcontinental 
lines. That right-of-way, between Kalama and Tacoma, 
included the Prairie Line between Tenino and Tacoma. 
The Kalama terminal provided an avenue for commerce 
between Puget Sound and boat traffic on the Columbia 
River, as well as oceangoing vessels. 
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Concurrently, 1874 was also the year during which Henry 
Villard first visited the Northwest, arriving in Portland in 
July. Villard was an experience financier and in 1875, he 
became president of both the Oregon Steamship Company 
and the Oregon and California Railroad. Villard continued 
to bring various other transportation businesses under 
his control and in 1879, he incorporated the Oregon 
Railway & Navigation Company (OR&N) to operate several 
of them. 


Villard continued to increase his influence over 
transportation in the Pacific Northwest. He convinced 
friends to put twenty million dollars into a *blind pool" 
with which he formed the Oregon & Transcontinental 
Company, through which he acquired a controlling 
interest in the Northern Pacific Railroad. Villard then 
arranged to get himself elected president of the Northern 
Pacific on September 15, 1881. 


Villard initiated a plan for the OR&N to construct a new 
railroad line eastward from Portland, Oregon, along the 
south side of the Columbia River. Construction began 
in February 1881. Eventually, the line reached Wallula 
Junction, Washington on November 20, 1882. Also in 
February 1881, at Umatilla, Oregon, another OR&N 
line was started in the direction of Huntington, Oregon. 
There, it would meet the Oregon Short Line, which was 
being constructed as a subsidiary of the Union Pacific 
Railroad. 


Villard’s control of both the Northern Pacific and 
the OR&N meant that the two railroads would work 
together, with mutual benefit. The arrangement gave 
the Northern Pacific access to Portland. From there, 
in 1883, a Northern Pacific line was built along the 
Oregon side of the Columbia River, to Gobles. There, 
cars were ferried across the river to Kalama. Thus, the 


Northen Pacific established a гай connection between its 
Western Washington line to Tacoma and the rest of its 
transcontinental line, at Wallula Junction. The Northern 
Pacific used this OR&T link until its own line over the 
Cascade Mountains was completed in 1887. 


Figure 61 demonstrates the relationship between the 
two railroads in 1883. The OR&N also benefited from 
this agreement, for it obtained access by rail to eastern 
markets via the Northern Pacific. 


The United States economy began to cool in 1882, 
which led eventually to the Panic of 1884. At the same 
time, Villard had overextended himself personally in the 
construction of OR&N’s Columbia River line. His financial 
empire collapsed late in 1883 and he was forced to resign 
as president of the OR&N. On January 4, 1884, he was 
also compelled to resign the presidency of the Northern 
Pacific Railroad. 


With the OR&N Board of Directors free of Villard’s 
influence, and the company’s finances still on a shaky 
foundation, a concerted effort was made to make the 
company so attractive to the Union Pacific that the larger 
railroad would fold the OR&N into its system. Construction 
of the OR&N line to Huntington, Oregon was made a 
priority and that line was completed November 11, about 
a month after the Oregon Short Line (the Union Pacific 
subsidiary) arrived there. Through freight and passenger 
service began on December 1, 1884. 


Meanwhile, the Northern Pacific Board, also 
unconstrained by Villard (although amazingly, he later 
served on the Northern Pacific Board between 1888 and 
1893), viewed the cooperation between the OR&N and 
Union Pacific with concern. It renewed efforts to complete 
its own transcontinental line. That construction was 
completed via switchbacks over Stampede Pass in 1887, 
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with the Stampede Tunnel opening the next year. Thus, 
the Northern Pacific was able to access Portland, Oregon 
(through Tacoma) over its own rails. However, that route 
still relied on ferrying cars across the Columbia River at 
Kalama. 


On January 17, 1898, the Northwestern Improvement 
Company was incorporated. It was a wholly owned 
subsidiary of the Northern Pacific Railway (the name 
Northern Pacific Railroad was changed to Northern 
Pacific Railway in 1896). The future relationship of 
the Northwestern Improvement Company to the Point 
Defiance Line would begin to take shape some four 
years later. Figure 62 is part of a 1900 map of the 
Northern Pacific system. It demonstrates that the right- 
of-way between Tacoma and Portland had not changed 
significantly since it was completed in 1883. 


Early in the twentieth century, the Northern Pacific 
became serious about obtaining a continuous rail link 
between Tacoma and Portland, thereby eliminating the 
need for a ferry at Kalama. The Northern Pacific formed 
a subsidiary, the Washington and Oregon Railway 
(W&O), іп 1900. On March 18, 1901, the W&O acquired 
(by condemnation) about five miles of the preexisting 
Portland & Puget Sound Railroad right-of-way (to be 
described in the next section) between Vancouver and a 
point north of Vancouver Junction. Construction of the 
W&O line between Kalama and Vancouver was completed 
later in 1901. 


On November 30, 1902, the Northwestern Improvement 
Company leased the Port Townsend Southern Railroad. 
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On July 3, 1903, the W&O was consolidated with the 
Portland, Vancouver & Yakima Railway to become the 
Washington Railway & Navigation Company (WR&N). 
Three months later, on October 19, the WR&N was sold 
to the Northern Pacific. 


The Port Townsend Southern Railroad surveyed a new 
right-of-way between Plumb Station (south of Olympia) 
and Tacoma іп 1906. That same year, it also commissioned 
a new survey for a route that would have connected its 
Northern and Southern Divisions (that connection was 
never constructed). 


In 1907, the Northern Pacific track between Kalama and 
Vancouver was made part of the Tacoma-Vancouver main 
line. Plans were also made to double track that segment 
of the line. 


On September 28, 1907, the Northern Pacific Railway 
bought the surveyed Tenino-Tacoma right-of-way of the 
Port Townsend Southern. 


Double tracking of the Northern Pacific main line between 
Kalama and Vancouver was finished in 1909. 


Actions of the Union Pacific Railroad 


While these activities were accomplished by the Northern 
Pacific, the Union Pacific Railroad pursued a long-range 
plan to access the Puget Sound market. Union Pacific 
leased the OR&N in November 1886. Through several 
subsequent transactions, Union Pacific acquired half of 
the OR&N stock. This stabilized (temporarily) the finances 
of the OR&N. But just as the Northern Pacific had desired 
to have its own line into Portland, the Union Pacific 
wanted to get access to Tacoma, and began studying that 
proposition in 1888. 


A Union Pacific route between Portland and Tacoma 
was surveyed in the early part of 1889. Recognizing the 
desire of the Union Pacific to have such a line, Kilpatrick 
Brothers and Collins (Nebraska railroad construction 
contractors) incorporated the Portland & Puget Sound 
Railroad (P&PS) on July 29, 1889. Soon thereafter, the 
Union Pacific gained control of the P&PS and altered its 
charter, making Seattle the northern terminus. The line 
planned to bridge across the Columbia River at Portland 
and run north on the Washington side of the river. 
North of Kalama, the route almost paralleled the existing 
Northern Pacific as far as Centralia. Figure 63 is part of 
an 1890 map showing the surveyed route of the P&PS. 
A short segment of the surveyed P&PS right-of-way was 
eventually utilized when the Point Defiance Line was 
built. That portion was along Nisqually Reach in Pierce 
County, south of the mouth of Sequalitchew Creek, 
across from Anderson Island. 


Construction started in May 1890 but numerous 
problems prevented completion of the P&PS building 
program. Later in 1890, the Union Pacific encountered 
difficulty in obtaining further financing for the project. At 
that time, James J. Hill had still not reached Seattle with 
his Great Northern Railway. Hill decided that he wanted 
in on the P&PS venture, such that the Great Northern, 
too, would have access to Portland. Thus, in October 
1890, the Union Pacific sold a half-interest in the P&PS 
to the Great Northern, with the stipulation that Great 
Northern would pay half of the P&PS construction costs. 


Shortly after the sale it became evident that the surveyed 
P&PS route was poorly located and very challenging to 
construct. Moreover, yet another economic slowdown 
commenced just as construction started, culminating 
later in the Panic of 1893. The combination of these 
factors resulted in cessation of all P&PS construction 
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іп December 1890. Thus ended the first attempt of the 
Union Pacific Railroad to reach Puget Sound. Later, the 
P&PS right-of-way between Kalama and Vancouver, 
Washington was purchased by the Northern Pacific, with 
much of it used as part of a new main line, which opened 
in 1903. 


Meanwhile, the Union Pacific entered bankruptcy on 
October 13, 1893. The OR&N, its subsidiary, petitioned 
the federal court in Oregon to have a separate receiver 
appointed for it, in order to prevent its assets from being 
siphoned off to satisfy the Union Pacific bankruptcy. 
That petition was granted on July 3, 1894. Thus, the 
Union Pacific lost control of the OR&N (and in a similar 
proceeding, the Oregon Short Line). As a result, the 
OR&N operated independently for a while after 1893. It 
was reorganized July 16, 1896 as the Oregon Railroad & 
Navigation Company (ORR&N). 


Edward Henry (E. H.) Harriman and his investors bought 
most of the Union Pacific assets in 1898 and in the same 
year, reacquired control of the Oregon Short Line. By 
1900, the Union Pacific had also regained control over 
the recently renamed ORR&N. 


Similar to the Union Pacific, the Northern Pacific Railroad 
became bankrupt in 1893 (on October 20). The financier 
J. Pierpont Morgan was appointed its bankruptcy 
trustee. Morgan was approached by James J. Hill, whose 
Great Northern Railway paralleled the Northern Pacific. 
Together, the two men planned to combine their railroads 
while at the same time gaining access to Chicago by 
buying the Chicago, Burlington & Quincy Railroad 
(which they actually did later, in 1901). But the scheme 
of Morgan and Hill was thwarted by E. H. Harriman, 
who saw it as a threat to the future of the Union Pacific. 
Harriman bought enough Northern Pacific stock that by 


Мау 1, 1901, he owned а 46% share of that line. This 
percentage was not quite enough for Harriman to impose 
his will over Morgan and Hill, but it did create significant 
instability in the entire US financial system. After 
much turmoil, Hill and Morgan revised their plans and 
merely placed the Great Northern, Northern Pacific, and 
Chicago, Burlington & Quincy into a holding company, 
the Northern Securities Company, without merging 
them. But in 1904, the US Supreme Court broke up the 
Northern Securities Company under the doctrine of the 
Sherman Anti-Trust Act. Thus, the Great Northern and 
the Northern Pacific were no longer free to act in concert 
when countering Union Pacific expansion in the Pacific 
Northwest. 


In the early twentieth century, E. H. Harriman proved to 
be a formidable competitor to Northern Pacific and Great 
Northern interests. Among his many accomplishments, 
Harriman rebuilt, almost completely, the ORR&N right- 
of-way on the south side of the Columbia River, between 
Portland and Pendelton. 


Harriman had another long-range goal, getting access to 
Puget Sound for the Union Pacific Railroad. His preferred 
strategy was to gain entry to that market by means of 
trackage rights over his main competitor, the Northern 
Pacific Railway. He tried this approach several times, first 
in 1901. Then, as described in the preceding paragraph, 
he acquired 46% of Northern Pacific's stock. 


Additional Harriman efforts to secure trackage rights 
continued up through 1905 but came to nothing. No 
one has described what happened after that any better 
than Jeff Asay in Union Pacific Northwest, the Oregon- 
Washington Railroad & Navigation Co. 


Beginning on page 105, Asey writes: "Thwarted in this 
effort to acquire joint rights, Herriman made plans 
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to build his own line to Seattle. Using straw men, 
UP incorporated the Washington Northern Railway 
Company in Washington on February 2, 1906, and 
the new company soon began to buy or take options 
on terminal property in Seattle and Tacoma. The WN's 
charter authorized it to build a railroad from Kelso to 
Everett, terminal points selected to divert suspicion away 
from UP's real plans. However, on May 12, UP abruptly 
ended all the secrecy and incorporated the Oregon and 
Washington Railroad Company, which then succeeded to 
the rights and property of the Washington Northern. The 
southern terminus of the line was changed to Portland at 
that time. 


“O&W surveyors mapped out a new railroad line between 
Portland and Seattle from late 1906 to early 1907. It was 
assumed that Hill's Spokane, Portland & Seattle Railway 
bridge over the Columbia River (and Columbia Slough) 
- the one that UP (as the P&PS) had initially started to 
build in 1890 - would be available for joint use because 
neither Congress nor the War Department would have 
allowed two sets of bridges. The Peninsula Tunnel route 
north of Albina was also selected by Harriman at this 
time with connection to the SP&S to be made at North 
Portland Jct. (then called Stockdale). 


“From the north end of the Columbia River bridge the 
OGW's new survey paralleled the NP main line on one 
side or the other all the way to Wabash, a siding north 
of Centralia, where the O&W line diverged eastward up 
Hannaford Creek to Tono and then to Roy. From Roy the 
projected line again followed the NP to South Tacoma 
where it entered a proposed tunnel to ease the grade 
into the central Tacoma area. The line exited the tunnel, 
followed the NP downgrade through the business district 
and crossed the City Waterway into the city's Tideflats 
area." 
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Figure 64 is part of a 1910 Rand McNally map of 
Washington. It displays the O&W's line leading to Tono 
(which was actually built and operated) and the segment 
northeast of Tono (which was never constructed). Figure 
65 shows a surveyed, but unbuilt part of that line, along 
Johnson Creek in Thurston County (Section 30, Township 
16 North, Range 1 East). 


Asay continues, on page 106: “Тһе O&W's projected 
Vancouver-Seattle line differed significantly from the 
old Portland & Puget Sound survey by avoiding Olympia 
altogether and by using the inland Kent Valley route 
between Tacoma and Seattle. The O&W right-of-way had 
to be located on the old P&PS line between Kalama and 
Kelso because the bluffs constricted available ground. 
This was the only location where the P&PS line was used 
by O&W's surveyors, indicating the extent to which the 
P&PS surveys were inadequate. 
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“Having located a route for his new line, which might yield 
new leverage, Harriman again contacted Howard Elliott 
(president of the Northern Pacific) in June, 1907 about 
joint use of NP’s Portland-Tacoma line. Receiving some 
encouragement, Harriman asked Kruttschnitt (Julius 
Kruttschnitt, Union Pacific’s Director of Maintenance and 
Operation) and the newly appointed O&W president, J. 
D. Farrell, to develop several proposals for negotiation. . 
. . Kruttschnitt also contacted Milwaukee's president, A. 
J. Earling, to arrange a joint use of the proposed Tacoma- 
Black River Jct. line. As Earling was also a Union Pacific 
director, that matter was successfully completed in rapid 
fashion. 


“Harriman continued to press the Northern Pacific on 
the joint track proposal. Kruttschnitt met with Elliott 
in St. Paul in October (1907) and asked for joint usage 
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65 - 1914 Unbuilt Segment of Union Pacific Railroad Between Tono and Roy on Survey For Clear Lake Logging Co. 


all the way to South Tacoma, a proposition that Elliott 
agreed to support. An issue left unresolved, however, was 
whether the O&W would be permitted to transact any 
local passenger and freight business on the joint track, a 
right Kruittschnitt would not waive. Elliott would not act 
without such waiver so the matter was tabled again." 


Negotiations continued through the end of 1908, with 
discussion of various other proposals involving, in 
addition to the Northern Pacific and Union Pacific, Hill's 
Great Northern Railway and the Milwaukee Road. 


Asay writes on page 109: “Near the end of 1908, with 
talks on the joint line stalled, James J. Hill intervened 
directly with the NP board, something he had been 
reluctant to do following the Supreme Court break-up of 
Northern Securities. He made it clear that the GN would 


expect the same rights afforded to the UP, but urged that 
a joint lease of the entire Vancouver-Tacoma line made 
the most sense. 


“Following Hill's entry into the negotiations, the situation 
began to move forward again. In March 1909 Harriman 
offered to buy a half-interest in the Northern Pacific 
line or enter into a joint use arrangement with annual 
rental payments. At the end of March, the NP responded 
favorably on the joint use proposal and the battle was 
over. The NP would not entertain sale of a half-interest, 
but full trackage rights (including the right to conduct 
local freight and passenger service) between Vancouver 
and Tacoma would be granted for a yearly rental plus 
a proportionate share of expenses. The rental would be 
reduced if Great Northern also gained trackage rights, 
which seemed virtually certain. 


^On May 19, 1909 Kruttschnitt ordered Farrell to stop 
all heavy work on the O&W line, except between Seattle 
and Black River Jct., and followed up on the 245 with 
instructions to push construction of the passenger and 
freight terminals at Seattle and Tacoma. Harriman, he 
said, desired ‘to get trains into Seattle at the earliest 
possible moment.’ ” 
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Further maneuvering occurred, but all remaining issues 
were eventually resolved. Asay continues on page 109: 
“Elliott and the NP finally executed the papers in the 
autumn of 1909, and January 1, 1910 was fixed as 
the date UP service would begin. With that, Harriman 
essentially had full access to the Puget Sound region 
and almost entirely over trackage owned by archrival 
Northern Pacific.” 


In November 1910, the Oregon-Washington Railroad 
& Navigation Company (O-WRR&N) was formed as a 
consolidation ofthe ORR&N and fourteen other companies 
in Oregon and Washington. Although thereafter, the O- 
WRR&N and the Oregon Short Line coordinated operations 
with the Union Pacific Railroad, they reported separately 
to regulatory commissions until January 1, 1936. On 
that date, both the O-WRR&N and the Oregon Short Line 
were leased to Union Pacific. Finally, the O-WRR&N and 
the Des Chutes Railroad in Oregon were merged into the 
Oregon Short Line on December 29, 1987; the following 
day, the Oregon Short Line was merged into Union 
Pacific. Since then, the yellow locomotives seen on the 
Point Defiance Line have been 100% owned by the Union 
Pacific Railroad. 
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Hercules Sandstone Company (Quarry #1) .................. 9 
Kilpatrick Brothers and Collins .......................... 0... 33 
Lacey MUSEUM assesses esas 13, 22 
Milwaukee Railroad ......................... sess 36 
Minnesota Historical Society өзекке кке данына 3 
Nelson Bennett Company Gera eteudrnett er maudites 8 
Northern Pacific Railroad .............................. 29, 30, 31 
Bridge at Sherlock езин i er nas 25 
Präirie LINE ИНОНИ sap usq анарды аа 1, 7, 8, 9, 29 
Stampede Tünel ксенон к dla ве daas 30 
Tacoma, Olympia & Grays Harbor (Olympia) Branch 
—e—Á—Ü ЕТКЕЛІ 21, 22, 25, 26, 28 
West Tenino Statioti ет ЕН ТТТ 8,9 
Northern Pacific Railway оосо ола еи 
€———— келетіні 2, 3, 6, 7, 8, 19, 26, 30, 32, 34, 36, 37 
Pt. Defiance LIBE ааа аали 1, 3, 6, 8, 9, 
10, 11, 12, 13, 16, 19, 21, 22, 23, 25, 26, 28, 29, 30, 33 
Bridee #396 eraciren YER MAR ao еки кайда 13 


Bridge #42 Luise cO p RE RU a evi ep P n ed Rant 10 


Centennial Station ..................2.5..0.. 13 


Chambers Prairie Station (Union Pacific) .............. 
"————————— 13, 14, 15, 16, 17, 18 
East Olympia Shelter Shed ............................. 17 

East Olympia Station .......................... 13, 14, 16 

Kyrö Staton. оен онн ев в ние 19, 20,21 
Nisqually Station аке ы 25, 26, 27, 28, 20 
Plumb Station (Second) ыма вк да E a eg 13 

St. Clair Station донесе ане вена аван 3, 6, 21, 22 
Tenino ОГА ПОВ О О Л О 9,10 

Pt. Defiance TUNNEL «оен ение 8 
DEMING Ере ен Гел етектен ект т ЕК О RES 8 
Tümwatër Ваар ооо енне ees 1 
Northern Securities Соратын 34, 36 
Northwestern Improvement Company ....................... 30 
Oregon and California Railroad. ................................. 29 
Oregon & Transcontinental Company ....................... 29 
Oregon and Washington Railroad (O&W) ........ 35, 36, 37 
Penninsular Tunnel (North Portland) .................... do 
Oregon Railroad & Navigation Company (ORR&N) ...... 34 
Oregon Railway & Navigation Company (OR&N) ............. 
T————n— 29, 31, 32, 34 
Columbia River Line аео еее ена SUB tax PARUM 30 
Oregon Short LING 252) неа abor 29, 30, 34, 37 
Dreson Steamship Line „озган кнши кырла PER AUR 29 


Oregon-Washington Railroad & Navigation Company ..... 
"———— О О О О О ЛО ir 3, 37 
Pacific Northwest Railroad Archive, Burien, WA ........... 8 
Porter Brothers nas 8, 22, 25 
Port Townsend Southern Railroad „ие 
TM 1, 2, 3, 4, 6, 7,9, 11, 12, 13, 30, 32 

EASE о OS 11, 12 

Northern DIVISION: омарта suse а ар RE EUR 32 

Plumb Station: (First) РТРК o o ырын 1,32 

Soüthern СТОЮ) аы адыра ы АЛЫКЕ; 32 
Portland & Puget Sound Railroad ............. 30, 33, 34, 35 
Portland, Vancouver & Yakima Railway ..................... 32 
Skookum Chuck Railway а.ларга аа) 16 

Bridge ЭЭ аларын M PE 19 
Spokane, Portland & Seattle Railway ........................ 35 
Tenino Depot MUSEUM iiie re er pe e YR a i 10, 12 
Union Lumber Company ...........лл eta REESE 19, 20, 21 
Union Pacific Railroad 25:920 0 AU а отаев Ак а RNdAASNMARAS 
КООН а 1, 3, 13, 14, 29, 30, 32, 33, 34, 35, 36, 37 
Washington and Oregon Railway (W&O) .............. 30, 32 
Washington Northern Railway .................... emen 35 
Washington Railway & Navigation Company (WR&N) ..32 
Weyerhaeuser Timber Company зо касын бк 16 
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1904 J. Martin Miller's Мар of Washington Showing 
Proposed Union Pacific RR From Vancouver to Kalama 
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Additional Maps from the 1906 PTS Survey of the Point Defiance Line 


STEILACOOM 


Location 132.1.5.5, Box 4, No. 315-16, Port Townsend Southern Railroad, Tacoma to Tenino, Stations 807-899, 1906 
Steilacoom Area 


Location 132.1.5.5, Box 4, No. 315-20, Port Townsend Southern Railroad, Nisqually River to Tenino, 1906 
Nisqually Area 
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Location 132.1.5.5, Box 4, No. 315-20, Port Townsend Southern Railroad, Nisqually River to Тепіпо, 1906 
Deschutes River to Pattison Lake 


Location 132.1.5.5, Box 4, No. 315-20, Port Townsend Southern Railroad, Nisqually River to Tenino, 1906 
Tenino Area 
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